From 2005 to 2009, U.S. road fatalities dropped by 22% (from 43,510 to 33,963). A reduction of such magnitude over such a short time has not occurred since road-safety statistics were first kept (starting in 1913), except for the reductions during World War II.
Introduction
What has caused this large reduction in road fatalities? In two previous publications, we began our examination of the factors associated with this reduction (Sivak, 2008; 2009) , concentrating on the contribution of economic factors (e.g., the increase in the price of gasoline) and the resultant changes in driving amounts and patterns. At the time of the preparation of those two studies, detailed information about recent fatal crashes was not yet available. Therefore, those studies relied only on the total monthly fatality counts. The present study continues that examination of the possible mechanisms involved in the recent reductions in road fatalities by analyzing the detailed information from FARS (Fatality Analysis Reporting System)-a census of all U.S.
crashes that involve a fatality. Specifically, this study compared the data for 2005 (the recent peak year in terms of fatalities) with the data for 2008 (the latest year for which detailed data are available).
Approach
The approach involved comparing the distributions for each of the 269 variables in FARS for 2008 relative to those for 2005. The goal was to identify those conditions that showed the largest reductions and those that showed smallest reductions (or increases of any magnitude). 1 The currently preferred term is "crashes." However, the FARS database uses the term "accidents." Consequently, when referring to the FARS data, we retain the term "accidents." To assess the potential influence on the overall fatalities, both the frequencies in the conditions of interest and the changes over time are important to consider. Therefore, 
Results

Time of day
Fatal accidents during rush hours showed greater reductions than the overall accident reduction (Table 2 ). This finding is consistent with reduced commuter traffic because of the current economic downturn. 
Roadway class
Fatal accidents on rural interstates dropped substantially more than the overall accidents, while those on local roads/streets increased (Table 3 ). This pattern is consistent with a replacement of some long-distance leisure driving with local leisure driving in response to the economic concerns. 
Manner of collision, initial impact point, and airbag availability/deployment
Three related aspects were found. First, front-to-side fatal collisions (opposite direction or direction unknown) declined more than all fatal collisions (Table 4) . Second, collisions with the initial impact point near 3 o'clock and 9 o'clock were reduced more than other collisions (Table 5) . Third, airbag deployment from the side (or from an unknown direction) increased dramatically (Table 6 ), most likely reflecting the increased installation of side airbags. Consistent with this interpretation is the fact that the number of seats with no airbag protection was reduced more than the number of involved occupants (Table 6 ).
Front-to-front fatal collisions were also reduced more than all fatal collisions (Table 4 ). This could be a consequence of reduced speeds (see below), higher proportion of vehicles on the road with front airbags, and improved front airbags. 
Speed limit and crash avoidance maneuver
Roads with a speed limit of 50 mph or higher showed reductions that were greater than the overall reductions, while the opposite was the case for roads with speed limits between 20 and 45 mph (Table 7) . (Roads with speed limits between 5 and 15 mph showed a large increase, but the actual frequencies are small.) This pattern is consistent with the postulated decrease in speeds as a consequence of drivers' efforts to improve the fuel economy of their vehicles (Sivak, 2008) . (However, we were unable to find any quantitative data on changes in actual speeds.)
Supporting the reduction-in-speed hypothesis are the data on crash avoidance maneuvers (Table 8) . Specifically, there was a disproportionate reduction in cases where no avoidance maneuver was reported. (The slower the speed, the more likely an avoidance maneuver is possible.) 
Construction zone
Fatal accidents in construction zones decreased greatly (Table 9 ). This most likely reflects the fact that reduced highway budgets led to substantial reductions in road construction activities. 
Number of fatalities per accident and number of fatalities per vehicle
Accidents with multiple fatalities were reduced more than those with a single fatality (Table 10 ). The same pattern is also evident in terms of the number of fatalities per vehicle (Table 11 ). These findings are consistent with the above-discussed increase in the availability and deployment of airbags. 
Vehicle body type
The number of minivans, hatchbacks, 2-door vehicles, and utility station wagons in fatal crashes was reduced more than the overall vehicle reduction (Table 12) , presumably reflecting the reduced frequency of these particular vehicles on the road. On the other hand, the involvement of motorcycles increased. This finding would be consistent with continuations of (1) an increase in motorcycle ownership by middle-aged men with little or no prior experience and (2) an increase sale of motorcycles with larger engine sizes-the trends noted by Shankar and Varghese (2006) . 
VIN truck weight code
The involvement of heavy trucks was reduced more than the involvement of all vehicles (Table 13) . This is consistent with the overall reduction in freight shipments due to the economic downturn (BTS, 2010). 
Driver drinking and previous DWI (driving while intoxicated) convictions
As shown in Table 14 At the same time, the number of repeat DWI offenders showed a disproportionately large reduction (Table 15 ). This may be a consequence of a disproportionate decrease in driving by repeat DWI offenders due to economic factors, because drivers from lower socio-economic groups tend to be overrepresented among repeat DWI offenders (Jones and Lacey, 2000) . 
Previous involvement in accidents
The number of drivers with two or more previous accidents was reduced more than the average reduction in the number of involved drivers (Table 16 ). Possible explanations include the above-discussed disproportionate reduction in driving by drivers with multiple prior DWI convictions, and a disproportionate reduction in driving by persons from lower socio-economic groups who tend to have worse driving records (Stamatiadis and Puccini, 1999) . As shown in Table 17 , among driver-related factors that exhibited unusually large reductions were operating the vehicle in an erratic, reckless, careless, or negligent manner (possibly due to decreased speeds), as well as being drowsy, sleepy, asleep, or fatigued (possibly due to a disproportionate reduction in long-distance leisure driving, which more frequently involves nighttime driving than commuter driving). On the other hand, inattentive driving (talking, eating, using cell phones, etc.) showed a large increase (possibly reflecting the increased pace and complexity of daily lives, increased distractions, or increased sensitivity of coders to the issue of distractions). (The data on road rage are based on small numbers.) 
Driver age
Drivers between 16 and 25 years of age showed a disproportionate decrease of involvement in fatal accidents (Table 18) . Possible explanations include a disproportionate reduction in the amount of driving in this age group because young drivers are likely to be more affected by economic fluctuations, and the increased implementation of effective graduated driver licensing. Table 19 indicates that there was an unusually large drop in pedestrian fatalities due to jaywalking (being on the roadway away from a designated pedestrian crossing).
This would be consistent with the above-postulated general decrease in driving speeds, because slower speeds would make jaywalking less dangerous. 
